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Abstract 
This article proposes an evaluation grid for analysing local public policies relating to freight transport in French cities. It is 
designed to provide local authorities and freight operators with guidelines for improving the urban freight management. The 
analysis is carried out on two levels: first a general analysis of the French context; then, a comparative analysis of three cities 
(Lyon, Angers and Toulouse). Eight criteria appeared as being essential for qualifying a local public urban freight policy. They 
cover the determining factors of the public freight policy. This method allows a comparison between regions, as well as an 
assessment of progress over time. 
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1. Introduction 
After having been ignored in public policies for a long time, since the 2000s, urban logistics has been taking an 
increasingly important place in policy programmes and initiatives (Stathopoulos, Valeri, Marcucci, 2012; Cherrett, et 
al., 2012; Lindholm, 2013). Cities are now aware of the importance of managing this activity in order to guarantee 
their attractiveness, their sustainability and their economic competitiveness (Macharis, Melo, 2011; Dablanc, 2011; 
Anderson, Allen, Browne, 2005). 
© 2016 Published by Elsevier B.V. This is an open access article under the CC BY-NC-ND license 
(http://creativecommons.org/licenses/by-nc-nd/4.0/).
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As in numerous European cities, this trend can be observed in France. Since the 1990s, research and studies as 
part of the Programme National Marchandises en Ville (the French national programme for city freight) have 
allowed the knowledge of urban freight to be improved (Boudouin, Morel, 2002; Patier, Routhier, Segalou, 2000). 
At the same time, on a national scale, the bases for a local urban freight policy have been set. The planning tools and 
regulatory levers must now take the urban freight transport into account (Patier-Marque, 2002; Diziain, Gardrat, 
Routhier, 2013; Diziain, 2013). The beginning of the 2000s also saw a wealth of various experiments and pilot 
schemes in urban logistics, both public and private (CERTU 2007). Pioneer regional councils have emerged such as 
La Rochelle, Lyon and Paris (CERTU 2007). Over the last five years, the phenomenon has accelerated, particularly 
in largest French towns and cities, following various models, more or less mature and efficient (Diziain, Gardrat, 
Routhier, 2013; Ducret, 2015a). 
What is the assessment for these “golden” years? Even though studies have been carried out here and there in 
certain cities since the 1990s (CERTU 2007), that an inventory of the local regulations has been carried out by 
central government (CERTU 2009) and that recommendations have been published (ADEME, FNE, 2010; Afilog, 
2012), there is no recent overall assessment of local initiatives and local urban freight public policies in French 
cities. The lack of a single method applicable to the various cities partly explains this absence. 
The main objective of this work is to propose an evaluation grid for analysing local public policies relating to 
freight transport in French cities. The subject studied in this article is the public action of French local authorities 
relating to urban freight transport. More precisely, by public action we mean the measures implemented by the local 
authority and their practices and commitment. We will be analysing the strengths, weaknesses and opportunities of 
the local policy action relating to urban freight transport, in order to provide criteria and guidelines to local 
authorities, as well as freight operators, for improving the way urban freight is dealt with.  
The analysis is carried out on two levels. Initially, we propose carrying out a general analysis of the French 
context highlighting the strengths, weaknesses and opportunities. Secondly, we will be carrying out a comparative 
analysis of three cities (Lyon, Angers and Toulouse) that present the contrasting levels of public action regarding 
freight transport as well as the different urban contexts. The work is partly based on the results of interviews with the 
players in nineteen French cities and professionals in the transport industry. It is also based on a review of the 
writings in institutional and academic documents. From this two-level analysis work, we will propose an evaluation 
grid and a list of criteria allowing the maturity and performance of the public action to be measured regarding urban 
freight. This grid is then used to complete the analysis of the three cities in the study.  
The article will be structured as follows. First, we will be drawing up an inventory of the way the analysis of 
freight public policies and their evaluation have been carried out in France and in Europe (1). We will then describe 
in detail the interview method used for drawing up an assessment of French local policies relating to the freight 
transport and for drawing up the three case studies. This part also describes the method used for defining an initial 
panel of criteria for evaluating the public policies (2). Thirdly, we will be proposing some elements for 
understanding the increasing complexity of implementing the local urban logistics public policy, particularly 
associated with the institutional situation in France (3). Fourthly, we will be developing an overall assessment of the 
local policies for freight in the city, and then more precisely the case of the three contrasting cities for highlighting 
the existence of several freight policies (4). Finally, we will be proposing an evaluation grid of the maturity of the 
public policies and an initial list of the criteria that we will be applying to our case studies (5). The conclusion will 
discuss these tools and propose future research to be carried out from this initial work. 
2. Analysis and evaluation of the local public policies on urban freight transport: scarcity of scientific works 
and performance evaluation tools 
Researchers have shown that local authorities are becoming more and more interested in freight (Stathopoulos, 
Valeri, Marcucci, 2012; Cherrett, et al., 2012; Lindholm, 2013). Some European assessments have been carried out, 
but they are rare (Lindholm, 2013). They come to the conclusion of a low level of interest and awareness of urban 
freight, governance that still has to be improved, a weak use of available technical and legal tools and insufficient 
consultation between stakeholders (Lindholm, 2010; Stathopoulos, Valeri, Marcucci, 2012; Lindholm, 2013).  
Although empirically we can suggest that taking responsibility for freight transport by local councils and their 
technical teams is increasing in France, there is no recent overall assessment of local action and local public policies 
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in cities. We have made a list of the case studies of specific cities, pioneers in particular, since the 2000s (Creisméas, 
Fichtner, 2006; Ripert, Browne, 2009; Diziain, Ripert, Dablanc, 2012; Diziain, Gardrat, Routhier, 2013). They 
provide a meticulous description of the political context and the actions implemented. Other research proposes a 
comparison between cities (Browne, Allen, Attlassy, 2007; Bracchi, Durand, 2014). Finally, some studies try to 
distance themselves by describing the regulatory context and tools more globally and propose examples (Diziain, 
Gardrat, Routhier, 2013; Ducret, 2015a). A study by CERTU has more especially put stress on the analysis of the 
regulations used by the cities for managing urban freight (CERTU 2009). However, the essential subject of 
consultation is very rarely dealt with in these studies. In the end, they only evaluate a very small part of the public 
action. We should also note the existence of reports presenting the assessments of experiments carried out in France 
since the 1990s (CERTU, 2007). Each one proposes different evaluation tools that are not very consistent and which 
do not allow comparison between the cities. Finally, guides have been produced at national level for, firstly, making 
local authorities aware of the subject of urban freight transport and, secondly, helping them to correctly use the tools 
proposed, whether relating to regulations or planning (CERTU, ADEME, 2001; CERTU, 2013a, CERTU, 2013b). 
However, these guides do not propose tools that allow public action relating to urban freight transport to be 
evaluated and improved.  
Studies proposing tools for the local authority to evaluate its position and its progress in urban freight are rare. 
However, numerous researchers and local authorities themselves are calling for simple evaluation tools of the 
experiments and policies (Stathopoulos, Valeri, Marcucci, 2012; Diziain, Gardrat, Routhier, 2013; Macharis, Milan, 
Verlinde, 2013). Lindholm proposes a model for integrating urban freight in transport schedules and choosing the 
most relevant solutions (Lindholm, 2013). Melo and Costa (Melo, Costa, 2011) propose indicators to evaluate urban 
freight experiments. And Lindholm underlines the significant number of sustainability indicators for urban freight 
but the lack of consensus on a grid (Lindholm, 2013) A recent thesis proposes an evaluation grid of urban freight 
policies following eight criteria (integration of urban freight transport planning documents, implementation of 
experiments, identification of skills regarding urban freight transport, knowledge and resources, type of consultation, 
type of regulations, and finally, the degree of standardisation between them) but does not pursue the proposal for 
making this tool available to local authorities (Ducret, 2015a). This article proposes an initial approach for the grid 
and criteria allowing local action regarding urban freight transport to be evaluated for local technicians, including 
specialists in urban logistics, and people responsible for public policy audits, and even for freight operators.  
3. Method 
The method chosen is based on two major stages: firstly, analysing the situation in France and through case 
studies with a view to identifying criteria for defining local policies for urban freight; then, drawing up a list of 
criteria from this initial analysis. 
3.1. An overall assessment and case studies from the interviews, surveys and a review of the literature 
The analysis of the French cities and case studies are based on the mobilisation of the empirical and qualitative 
database drawn up from a wide survey carried out in French cities between 2012 and 2013 as part of the Ducret 
thesis (Ducret, 2015b). Nineteen French cities of variable sizes and different geographical, functional, political and 
economic contexts were surveyed (Table 1). 
Table 1. List of nineteen cities surveyed (in order of local authority size) 
1. Marseille 2. Lyon 3. Toulouse 
4. Strasbourg 5. Montpellier 6. Toulon 
7. Angers 8. Aix-en-Provence 9. Limoges 
10. Tours 11. Besancon 12. Orleans 
13. Avignon 14. Calais 15. Bayonne 
16. Douai 17. Macon 18. Lens 
19. Montbeliard   
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In total, ninety-three semi-directive interviews were carried out in two stages (Table 2). The main interviews, 
which form the basis for this study, were carried out in all the cities studied during 2013. Staff from local authorities, 
mobility authorities, urban planning authorities and professionals from last-mile distribution made up the panel. 
These interviews were supplemented by information collected during 2012 from national carrier associations and 
federations, experts in logistics and urban logistics and professionals in urban parcel distribution. The final panel 
was mainly made up of staff from local authorities and professionals from urban transport. It conveys a research 
position that intends promoting an operational analysis, from both a policy and logistics point of view, in order to 
offer conclusions that are relevant for both a policy decision-maker or urban manager and a transport professional.  
The interviews were also supplemented by a review of both the academic and institutional literature to complete 
the information gathered in the field. 
The subjects tackled during the interviews allowed all public action relating to urban freight transport to be dealt 
with. The drivers of a freight policy, the resources mobilised (human and financial), and the existence of political 
support and the level of knowledge were dealt with. We looked at evaluating whether the issues of urban freight 
transport, networks and logistical organisations were known and which tools have been mobilised for accessing the 
data. Questions specifically targeted the measures, regulations and operational actions undertaken as well as the way 
in which urban freight transport is integrated in the scheduling or town planning documents and in development 
projects. Finally, we asked about the level and structure of the consultation between the stakeholders in the urban 
freight system. Transport operators were asked more precisely about consultation, regulations and the taking into 
account of urban and property issues in the local public action. 
Table 2. Panel of players interviewed 
Main interviews 
Additional 
interviews 
  
Total 
interviews 
Distribution 
service 
providers 
Representatives 
from local 
authorities, urban 
transport 
authorities 
Town 
planning 
agency 
 
Parcel 
distribution 
players 
 
Professional 
transport 
associations 
and 
federations 
Experts in 
urban 
logistics or 
freight 
 
24 31 9 19 5 5 
93 
26 % 33 % 10 % 21 % 5 % 5 % 
 
3.2. Definition of an evaluation grid that can be used by local authorities for evaluating and improving their public 
policy 
An initial list of criteria allowing the degree of maturity of urban logistics policies in French cities to be evaluated 
is proposed in this article. The definition of the criteria is based on a review of the literature, the results of the 
interviews in the nineteen cities and the two-level analysis carried out in the article, as well as the evaluation criteria 
for urban freight public policies proposed by Ducret in her thesis (Ducret, 2015; 2015b). The purpose of these 
criteria is to assess the efficiency of urban freight transport public policies. They therefore have an operational target. 
So they have been constructed in such a way that they can be understood and easily measured, and to allow a long-
term monitoring. The list proposed is the result of an iterative process. An initial expanded list has been drawn up 
from subjects considered to be essential for constructing an overall and efficient urban freight policy. Then, eight 
essential criteria were chosen in order to allow local authorities with a restricted amount of time and resources to 
adapt to them. This limited list can be used by local authorities for self-assessing their actions and, where necessary, 
finding out about the subjects on which a more in-depth knowledge is possible. 
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4. The situation in France, an overall assessment 
In France, three types of authorities have competences regarding urban freight transport: the municipal council, 
the mobility authority and the inter-municipal authority.  
France has more than 36,000 municipalities, 85% of which have fewer than 2000 inhabitants. They are 
responsible for traffic and parking regulations, such as: 
x Create bye-laws to prohibit access at certain times to certain roads or certain sections of road in the urban area or 
reserve such access at certain times to various categories of user or vehicle.  
x Regulate stopping and parking of vehicles. 
x Reserve spaces for vehicles to stop and load or unload freight. 
A single city may have dozens of regulations and standards covering the weight and dimensions of delivery 
vehicles. Delivery companies are therefore often confronted with a multitude of inconsistent regulations that are 
difficult both to understand and to comply with. 
The inter-municipal authorities (EPCI) is a group of local authorities which develop competences in common, on 
mandatory or voluntarily basis. The perimeter is generally the urban area. The local authority, municipal or inter-
municipal, is usually responsible for drawing up a land use master plan, which generally includes rules regarding 
logistic terminals. 
The mobility authority (AOM2 is responsible for preparing and managing the sustainable urban transport plan 
(SUTP). This planning tool is compulsory for conurbations with more than 100,000 inhabitants. The SUTP is 
applied to the mobility of both people and freight transport and is associated with the other public policies 
interacting with transport (urban development, environment, health, etc.). It allows measures relating to urban 
freight transport to be drawn up in a structured and prioritised way (regulations, transport and logistics 
infrastructures, etc.). Finally, since 2014, the AOM has been able to organise public services for freight transport 
and urban logistics where there is a shortage of private initiative. Although this arrangement exists in law, for the 
time being it has not been the subject of an experiment, as local authorities do not feel that they have the capacity to 
act in the very competitive sector of freight transport. 
The existence of the three regional levels has made the awareness of urban logistics in the regions more 
complicated. In fact, none of them has been clearly appointed as the leader on the subject. According to the 
conurbations, the subject is leaded either to the local authority, the EPCI or the AOM and sometimes by the 
Chamber of Commerce and Industry. 
5. Comparison between the three French cities: Lyon, Toulouse and Angers Urban freight policies 
5.1.  Overall context: an improvement in the overall responsibility for urban freight, but still progress to be made 
The 93 interviews revealed positive points: an increased knowledge and awareness of the issues of urban 
logistics, existing efficient planning and regulatory tools and increased human resources (Ducret, 2015a). However, 
major inhibitors are preventing French cities from investing in a consistent local urban freight policy: for example 
the insufficient understanding of the logistics system and its specific urban features and the difficulty of providing 
an interface between urban logistics and passengers’ mobility. The poor and incomplete dialogue between the 
stakeholders of the urban freight system, as well as the lack of resources (human and financial) and of political 
proactivity, are also major inhibitors. Another negative point identified is the poor understanding of the economic 
models of the freight industry that is hindering the creation of efficient and shared solutions (Ducret, 2015a). 
Finally, from a public policies point of view, on a national scale the regulatory tool is still too much ignoring the 
challenges and issues of urban freight. On a local scale, the local authorities deplore the lack of a real tool for 
integrating urban freight with the challenges of development and town planning (which is debatable) and then for 
evaluating their actions. Where actions have been implemented, they have not, or have only very slightly, been 
evaluated. 
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There are sizeable disparities between French cities, depending on their size, their political histories, their 
resources, their spatial organisation, and finally, the use of the land and distribution of activities. These elements 
have an influence on their commitment to urban freight. Because of this, various local policies and attitudes can be 
identified, which we will attempt to describe with the three case studies. 
5.2. Key points of the urban logistics policies in the cities of Lyon, Toulouse and Angers 
Lyon.  Lyon is the largest area studied: 59 local authorities, 1,320,000 inhabitants, 531 km². It is the second 
largest conurbation in France. The public-private consultation for urban freight transport, now permanent, was 
initially started in 2002 within the “freight” workshop of the transport masterplan. 
 
 
Fig. 1. Location of the three cities studied (map courtesy of the Académie Aix-Marseille) 
The activity of Greater Lyon has during many years focused on improving the delivery conditions in congested 
areas, in particular in the city centres of Lyon and Villeurbanne. From 2012, it expanded from a spatial and thematic 
point of view. Other local authorities in the Greater Lyon area were gradually included, where there were problems 
with city centre deliveries, heavy goods vehicle traffic, regulations, logistical facilities or location of activities 
generating a heavy amount of traffic. Initially very much oriented towards roads and movements, the policy has 
evolved towards economic development, the relationship with businesses and the inclusion of freight in the urban 
developments.  
The first deliverable of the authority’s work was related to delivery areas: publishing a guide (2006), diagnosis 
and redevelopment of the areas and regulating the areas in the Presque’Ile district (2007). Attention was initially 
focused on the delivery areas and access limits (29m² regulation and EURO standard following a gradual schedule). 
The second wave of subjects (2008 - 2011) related to the urban logistics spaces. 
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A new step was taken in 2012 - 2014 with an increasing amount of attention given to moving to the operational 
stage (experiments with night-time deliveries and a shared road project), data consolidation (in-house use of the 
software tool FRETURB and a survey of the delivery practices in the Presqu’Ile district), and finally, detailed work 
on the land use master plan (conserving sites, including roads and the recording of a delivery ratio).  
2015 and 2016 should be a period for strengthening the operational stage and a review of the issue of access 
regulations, a high-risk political exercise. Delivery regulations for Presqu’Ile were innovative in principle, but in the 
absence of a control system, were inefficient in their application. Because any urban logistics policy cannot operate 
if there is no limiting of access for the most polluting vehicles, however ambitious this policy may be. 
Political support has changed over time along with the sympathies of the successive elected representatives 
responsible for this matter in the City of Lyon and in Greater Lyon. The consultation authority, in which a growing 
number of people, institutions and businesses are taking part, in plenary sessions such as working groups, will in the 
very short term have to move towards a more structured dynamic and be more operational, at the risk of becoming a 
place for exchanging information with no operational scope. In fact, a number of participants attend passively, 
without contributing to the collective effort. Strengthening partnerships with private players should counterbalance 
this trend and allow more experiments to be set up.  
Regarding the inclusion of freight in development operations, Greater Lyon’s a policy has almost been finalised. 
On the other hand, implementation is very difficult and is encountering a large amount of resistance before the ever-
tightening grip of land restriction. Major real estate projects do not take deliveries into account very much. This is 
the case for example, with a flagship project such as the Tour Oxygène (29,000 m² of offices and 11,000 m² of 
shops), whose radius of gyration does not allow access for all heavy goods vehicles. The development projects 
planned for future years (Rue Lafayette and the Diagonale Moncey) still have to provide evidence of including 
freight. 
Some projects have been suspended for the time being for either financial reasons (urban consolidation center of 
Perrache) or due to lacks in governance (construction materials consolidation centre). 
The current situation in Lyon is contrasted between a well-made theoretical and methodological base and an 
implementation that has only been half-done (resistance, overcautious elected representatives, not prioritising urban 
logistics in the political and technical agenda, limited resources, a still poor distribution of skills and concerns over 
freight in the various departments). 
Toulouse. The urban community of Toulouse has 37 local authorities and 1,250,000 inhabitants over an area of 
466 km². The city of Toulouse itself has 447,000 inhabitants, which is more than a third of the population of the 
urban community. As a dynamic major city, Toulouse has seen a positive economic development over the last few 
years. More than 67,000 businesses operate in the urban community, around two thirds of which are in the city of 
Toulouse. This leads to frequent, and a large amount of, freight traffic: more than 66,000 deliveries and collections 
in urban community (45,000 in the city of Toulouse).  
Freight transport has been dealt with for more than a decade in the Toulouse region. The transport masterplan 
approved in 2001 drew up an initial assessment for urban freight transport and defined actions to be implemented. 
However, implementing these actions was not done quickly due to institutional difficulties (“no regional authority 
and no council organisation has the skills necessary for organising this activity”) and the time needed for setting up 
a governance including the economic players.  
The signing of a first charter in 2007 has allowed all the stakeholders to commit themselves to a certain number 
of undertakings and so give a real boost to an urban logistics policy. So, the local authority is committed to:  
x Implementing new regulations resulting from public participation 
x Maintaining, improving, developing and controlling the delivery areas and logistics spaces 
x Establishing a control/penalty strategy by the traffic warden organisation 
A second updated charter, which is more operational, was signed in September 2012. It has allowed the 
commitments already undertaken to be confirmed and to translate them into concrete actions.  
So, the city of Toulouse has implemented a proactive set of regulations aimed at improving the organisation of 
deliveries and collections in the city centre. These regulations are the result of consultation with private practitioners 
and it is based on accreditation according to the type of vehicle and the type of activity. Deliveries by non-internal 
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combustion engine vehicles only are authorised in the afternoons (deliveries in vehicles with internal combustion 
engines are limited to vehicles less than 9 metres long between the time periods 9.30 am - 11.30 and 8.00 pm - 6.00 
am). These regulations are accompanied by a maximum grant of 3000 euros from the city of Toulouse for the 
purchase of electric vehicles. 
To improve the control of the delivery areas the city of Toulouse has set up a delivery parking badge which limits 
the stopping times in the delivery areas to 20 minutes. Strict management accompanied by an appropriate control 
has contributed to improve the rotation rate in the delivery areas and to correct the bad habits of private and 
professional users.  
In addition, in order to improve the delivery and collection of freight in the city centre, Greater Toulouse has 
chosen to set up controlled logistics spaces. The principle is to reserve a section of the road for deliveries by 
controlling access with retractable bollards. There are three of these spaces in the city centre of Toulouse. The 
access points are distributed at the ends and on link sections. These bollards are lowered in the mornings between 
5.30 am and 11.30 am in order to allow deliveries, the rest of the time the space is reserved for pedestrians. The 
local police ensure the system operates correctly. 
Finally, the urban community of Toulouse is taking part in setting up urban logistics spaces in the region by 
helping private players’ facilities. 
These fairly recent actions have made Toulouse’s local authority active and innovative regarding urban logistics. 
Making the consultation bodies between the public and private players permanent and an effective political support 
will be the conditions necessary for ensuring that the dynamic started is maintained. 
Angers. The Angers conurbation (the conurbation of Angers Loire) is the smallest local authority in our study 
panel. The conurbation has 33 local authorities and 283,000 inhabitants over 540 km². Angers, at the centre of the 
conurbation, is a large city of 148,803 inhabitants (2011). The conurbation’s profile is less urban than those of 
Toulouse and Lyon. From an operational and economic point of view, the conurbation of Angers has fewer 
businesses and its profile is less multifunctional. 
Contrary to the two other cities studied, Angers is only starting to consider and think about urban freight 
transport. In 2005, the creation of the freight section in the SUTP did not significantly increase the knowledge of 
urban freight transport, nor did it bring about any political interest regarding urban freight. The freight section is still 
poor.  
The first real awareness of urban freight activity dates from 2007. The construction work for the tram system 
gave rise to an urban freight transport diagnosis and to the first collection of data that has now become obsolete. In 
2011, after the tram system became operational, work to redefine the delivery areas in the city centre took place. The 
city also made a logistics space available to delivery companies in the city centre during the construction work in 
order to facilitate deliveries and collection. Although this was a great success, it was not made permanent after the 
construction work because the players were not enthusiastic about the project. At the same time, new regulations 
concerning the pedestrian area and city centre were adopted which more strictly controlled the delivery times and 
their duration depending on the size and engine power of the vehicle, with exceptions for electric vehicles. The tram 
works were also the source of an embryonic consultation with the players in the urban freight system. But this did 
not lead to a permanent, organised structure being set up and not many of the stakeholders took part (store owners 
mainly and some carriers). However, these occasional actions were not part of an overall structured vision and 
cannot be considered as an urban freight policy. 
The current review of the SUTP, the creation of a second tram line, the local economic issues as well as several 
large-scale urban development projects in the Angers area have recently led the local authority to become more 
closely interested in urban freight transport. A study on the movement of freight and the operation of deliveries is 
currently under way and a business diagnosis was produced in 2014. The city of Angers and its city centre are 
gathering their thoughts on the matter. In addition, in 2013, consultation with carriers and consignees was started. 
First of all it dealt with the challenges of moving the wholesale market, which was previously located in the city 
centre. In addition, internal consultation was carried out by the various departments of the conurbation in order to 
decide on the strategy relating to urban logistics and targeted objectives. Two entities were questioned about urban 
freight transport in the community of the conurbation: the transport section and Angers Loire Développement which 
holds the economic skills of the Angers urban area. At the moment cooperation between these two entities still 
seems to be lacking. Political support is also fairly weak at the moment. 
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The situation in Angers regarding urban freight is therefore at an intermediate stage. It ambitions regarding urban 
freight transport have been clearly shown and time will tell whether the local authority has been able to organise 
itself for collecting data, consulting the players in the area and proposing concrete, shared actions. 
5.3. Comparisons and explanations 
In Angers, the low interest for urban logistics issues can firstly be explained by a lower level of constraints. The 
city and its surrounding area are not particularly prone to congestion and deliveries are made fairly smoothly. In 
addition, the city has a proactive policy regarding passenger transport which aims to help it catch up. In this context, 
urban freight transport is justifiably moved to the background. The contextual elements that have led to a growing 
awareness of urban freight transport are expressed by the challenges of sharing the public space. So, during the 
period when the tram system was built, and the expansion of the pedestrian area in the city centre, urban freight 
transport appeared to be a negative external effect that had to be controlled. Since then, its place in the political 
agenda has changed. The second tram line and major urban development projects which are challenges for 
revitalising the city centre have been more essential issues over the last two years. Nevertheless, the political 
proactivity, resources and the distribution of skills are still hindering it being taken under control. 
In Lyon, the freight policy is a necessity due to the congestion and the land and property pressure. This policy, 
which has been in operation for over ten years, is now looking for a breath of fresh air. The policy’s motivation for 
imposing regulatory constraints will determine the policy’s efficiency on matters such as regulating access, retaining 
logistics sites in the local town plan and keeping logistics areas in construction projects. Contrary to a less restricted 
city such as Angers, the awareness of logistics will not be able to be done solely through occasional projects, but 
will have to be based on guidelines and a properly identified toolbox.  
Toulouse has been able to benefit from feedback from pioneer French cities such as Paris and Lyon, and so has 
been able to adapt the more efficient actions. Constraints linked to congestion and local greenhouse gas and 
pollutant emissions are more particularly resonant with Toulouse, and in particular in the city centre which is 
restricted over a large part because of its historical heritage. Aware of these issues, political support, which has been 
constant and proactive, combined with efficient technical departments has allowed an ambitious and consistent 
freight policy to be implemented. A city that does not hesitate in experimenting and innovating, Toulouse must now 
succeed in convincing the economic players by improving dialogue and by making the actions implemented 
permanent. 
The study of the three cities shows that three points are especially important for implementing a freight policy. 
First of all, to have a sufficiently large level of constraint over the region: freight transport can organise itself very 
well when there are no specific urban problems and does not necessarily require increased attention from the public 
authorities. Then, the political proactivity must be clearly shown and carried. This usually responds to the regional 
issues linked to the constraints or objectives for developing the region. Finally, the urban logistics function must be 
clearly identified in the technical departments. The presence of a technical representative allows economic players to 
have a dedicated contact who is aware of their needs. 
Finally, we should note that for all the regions studied, the economic downturn that has affected France since 
2009 has had a strong impact on transport companies and has eroded their ability to innovate and to invest. In a 
context of an economic recovery accompanied by an increasing flow of freight and greater margins for manoeuvre 
both for local authorities and for businesses, the public freight policy should be able to take off again. 
6. Proposal for an evaluation grid for improving local public urban freight policies 
6.1. List of criteria and definition of their various performance levels 
At the end of these case studies, eight criteria appeared as being essential for qualifying a local public urban 
freight policy and for evaluating it and for planning improvements in its performance (table 3). 
The performance level of each of these criteria was then evaluated following a scale from level 0 to level 4. Level 
4 indicates the highest performance or implementation level, and level 0 is the lowest. 
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A policy’s performance is to be looked at alongside the level of constraint of the region under consideration. If 
the constraints are not high (Angers for example), a not very proactive policy will be sufficient in a first stage. 
 
Table 3. Evaluation grid and list of criteria 
Title of the criterion Description 
1. Formalisation of the 
freight policy 
Level 0: There are no freight policies 
Level 1: There are ideas on implementing a freight policy but they have not been formalised in a 
document. 
Level 2: There is a freight policy and it has been discussed internally. It has not been the subject of 
formalised documents but there have been elements of work carried out. 
Level 3: The freight policy has been explained in one or more documents, but they have not been 
explicitly validated as a policy. 
Level 4: There is a definite document presenting the freight policy which is divided into objectives 
(deliberation, charter, etc.) 
2. Quantitative 
diagnosis 
Level 0: No diagnosis carried out 
Level 1: Initial analyses on freight transport have been carried out, for example on the weight of 
urban freight transport in urban traffic. 
Level 2: A specific diagnosis of urban freight transport has been carried out based on available data 
(traffic, air quality and jobs) and with the aid of modelling tools (FRETURB) 
Level 3: The diagnosis is in-depth with specific local surveys (surveys with store owners, e-
commerce survey, etc.) 
Level 4: The diagnosis is based on a national urban freight survey and completed by specific surveys 
on certain subjects or for certain districts of the city presenting constraints. All the collected data is 
used by the local authority and the main results are made available for other economic players. 
3. Public-private 
consultation or 
partnership 
Level 0: No dialogue with the players in freight transport  
Level 1: There is occasional dialogue with the top level players in freight transport (carrier 
representatives, trades guilds, chambers of commerce, infrastructure managers, and the authority 
responsible for the regulations) mainly on problems and disputes. 
Level 2: Occasional consultations have been organised with all players, in either drawing up 
planning documents or ad hoc proceedings. 
Level 3: There is a permanent consultation body on urban logistics. Meetings are organised 
frequently (several times a year) 
Level 4: There is a permanent consultation body which brings together all the various economic 
players in urban logistics. This body is also divided into working sub-groups on specific subjects 
(regulations, urban logistics spaces, delivery areas, innovation, etc.) There is an action plan shared 
with identified project sponsors, budgets and a schedule. 
4. Political support and 
commitment  
Level 0: The subject has not been identified in the Delegation Orders, no elected representative has 
referred to the subject. 
Level 1: The subject of urban logistics has been identified in the Delegation Orders and Mandate 
Letters.  
Level 2: Effective participation of the elected representative in meetings and discussions on urban 
freight transport 
Level 3: The elected representative is not alone in dealing with the subject, other elected 
representatives having skills in the urban logistics interface (amenities, public transport, roads, 
economic development, etc.) also take an active part in meetings. 
Level 4: The subject is politically dealt with at the highest level. Urban logistics are part of the 
mandate’s priorities. 
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5. Traffic and parking 
regulations and the 
efficiency of the 
control system 
Level 0: There is no freight regulation in the region 
Level 1: There is regulation of traffic and parking managed on a case by case basis (no or not much 
consistency), mainly for defensive purposes (prohibition on transit, HGV traffic, etc.) 
Level 2: The existing regulations have been the subject of a diagnosis. Failures have been found and 
are currently being resolved. There are HGV routes. 
Level 3 Traffic and parking regulations are consistent and standardised in the region Specific 
regulations have been set up for the city centre and districts with constraints. 
Level 4: There are consistent traffic regulations throughout the region. HGV routes are clearly 
displayed and known by carriers. Specific parking regulations for freight transport have been set up. 
Specific regulations have been set up for the city centre and districts with constraints. 
The police forces have been trained in the control system. 
6. Urban planning 
regulations 
Level 0: Freight transport is not dealt with in the town planning regulations 
Level 1: Town planning documents briefly deal with the question of freight transport, but without 
any operational definition. 
Level 2: Freight transport is dealt with in the strategic directions of the town planning documents. 
The existing urban logistics area is identified and preserved.  
Level 3: Urban logistics are the subject of a specific zoning in the local town plan. The existing 
urban logistics area in the city is identified and preserved. 
Level 4: Urban logistics are the subject of a specific zoning in the local town plan. The existing 
urban logistics area in the city is preserved. The local town plan provides for a logistics ratio in its 
article 12 (compulsory reception area for vehicles on private land and/or compulsory storage area). 
Urban freight transport is taken into account in building permits and in major development projects. 
7. Delivery bays’ 
number, location and 
design 
Level 0: There are no delivery areas in the region. 
Level 1: There are delivery areas in the region but they have not been listed in detail giving their 
number, location or dimensions. 
Level 2: The number, location and dimensions of the delivery areas are known. However, the 
number of areas is insufficient, their location has been chosen on a case by case basis and their 
dimensions are sometimes too small (length less than 7 m). The areas are not used very much by 
carriers either because they are not suitable or because private vehicles are parked on them long 
term. 
Level 3: There is a sufficient number of areas, located near to traffic generating areas and their 
dimensions allow easy parking of trucks and loading/unloading (length between 12 and 15 m).  
Level 4: A higher level than the previous one, specific control measures have been set up for 
ensuring the use of the delivery areas for freight transport purposes (delivery parking badges, road 
sensors, etc.) 
8. Human and financial 
resources allocated to 
the policy 
Level 0: No human or financial resources allocated 
Level 1: The subject is dealt with internally but is not the subject of a specific entry. 
Level 2: There is an urban logistics representative, but no specific budget for carrying out studies or 
experiments. 
Level 3: There is an urban logistics representative and a dedicated budget. 
Level 4: There is a team responsible for dealing with urban logistics that works interactively with 
other internal departments. Dedicated budget allowing studies, experiments and innovative 
operations to be carried out. 
6.2.  Criteria mobilised for the Angers, Toulouse and Lyon case studies: a continuous improvement tool 
The evaluation grid will allow individual monitoring, comparisons between the different cities (Fig. 2) as well as 
time analyses for determining the progress made (Fig. 3). Fig. 2 shows the results of a comparative analysis of the 
three cities studied in this article, as well as Paris. Fig. 3 provides a diachronic analysis of the situation in Lyon. 
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This graphic will allow a local authority technician or auditor to put the local authority’s action into perspective 
with others and point out the areas for improvement.  
It allows exclusively literary and qualitative analyses to be drawn out for introducing the quantitative in the 
evaluations. 
 
 
Fig. 2. Graphic showing the maturity and performance of the freight policies of (a) Lyon and Toulouse, (b) Paris and Angers 
 
Fig. 3. Graphic showing the development in performance level of the Lyon policy between 2005 and 2014 
7. Conclusion 
From an academic point of view, this article helps to fill in the gaps in research regarding its knowledge of the 
local situation regarding urban freight transport in France. Furthermore, the weaknesses identified, especially 
regarding the evaluation policies and knowledge of the logistics models can be further avenues for research. 
 On the basis of the 93 interviews and the in-depth analysis of the three cities with contrasting profiles, in 
conclusion to this work, we have proposed an analysis method of the public policies based on eight criteria. These 
criteria cover the determining factors of the public freight policy. This method allows a comparison between the 
regions, as well as an understanding of the progress made by the local policy over time. 
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Apart from the result of the grading, this work guides the local governments’ technicians through the collection 
of a comprehensive corpus of data. It may be a relevant approach when starting up a job, as well as at a later stage. 
The ideas may also be useful for professionals in the distribution industry for understanding and anticipating 
movements by regional authorities and for adapting their activity in urban centres. Finally, this is contributing to 
bringing together the players in the urban system, professionals in the distribution industry and local political 
players, by improving their mutual knowledge. 
This work would be worth testing on a wider panel of cities in order to adjust the methodology. A further stage of 
this work, from summer 2015, will consist of proposing that the network of regional freight representatives in 
France test the tool, based on a sheet summarising the article. Then a test on some European cities via the Polis 
network could be relevant in order to test the transferability of the tool. 
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